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ABSTRACT
Title of dissertation: Research on the Integration of Coastal Ports in
Guangxi
Degree: Master of Science in International Transport and Logistics

Guangxi Zhuang Autonomous Region is located in the southwest of
mainland China, and she has 1595km coastline of Beibu Gulf. It is the
combination section of west part, south part and middle part of China,
and the ASEAN area. With the construction of China-ASEAN free trade
zone, the economic zone in Beibu Gulf in Guangxi will become the most
convenient passageway for both sides. As the three main ports in this
area, Fangchenggang port, Qinzhou port and Beihai port play an
important role. But in the past, there are always a lot of vicious
competitions among them, because they are close to each other and they
share huge amount of hinterland. The redundant construction and waste
of resources have a passive influence on the competence of the three
ports. It is an inevitable trend to integrate these three ports into
one—port of Beibu Gulf.
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This dissertation is to show the importance of integration of the coastal
ports in Guangxi and provide some ideas on the integration model. To
achieve this goal, this author will firstly analyze the status quo of the
three ports and the necessities of integration. Then, after a comparative
study of integrated ports home and abroad, this author will give her own
suggestions on the integration of the coastal ports in Guangxi. Finally,
according to those problems that might hamper the development of the
port, this author will give some solutions.

KEY WORDS: Beibu Gulf, Integration, Management model
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CHAPTER1 INTRODUCTION

1.1 Background of This Dissertation
With the advent of the new century, the development of ports in Guangxi faces a lot
of opportunities and challenges: entering WTO, the western development drive, and
the China-ASEAN free trade zone. Guangxi is the only coastal area in the western
China, and it is the most convenient passageway for southwestern China. It is
360-680 km shorter by land for the goods in western China to go abroad through
Guangxi than Guangdong Province. Meanwhile, it is 23%-65% shorter by sea for the
cargoes in western China to the Asian, African and European ports through ports in
Guangxi than port of Shanghai. Furthermore, after the entering of WTO and the
foundation of China-ASEAN free trade zone, the volume of cargoes pass through
ports in Guangxi is increasing dramatically.

But in the past, the development of the three main ports: Fangchenggang Port,
Beihai Port and Qinzhou Port are relatively slow. Because of the lack of investment
and the uncertainty of relegation, the three ports could not get the reasonable
development. Although there was a big increase of turnover during 8th five-year plan,
this kind of increase lack of unified arrangement and planning. It led to a lot of
redundant construction and vicious competition.

Integration of port can help to reduce the waste of resources and allocate them
properly. At the same time, improve the core competitiveness of the port. There are a
lot of different kinds of integration and a lot of successful examples of different
kinds of integration home and abroad. For example, in China, Ningbo Port and
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Zhoushan Port were integrated in one big port. In America, New York-New jersey
port had become one of international shipping centers after they were integrated.

The main goal of this dissertation is to show the importance of integration of the
three ports in Guangxi. At the same time, through analyzing the status quo and some
successful integration examples, this author will give the suggestion on integration
model.

1.2 Literature Review

Understanding of port integration

Li Shuzhen (2007)1 said that integration is a method of alliance. A successful
alliance needs three kinds of balance: similar ability, being honest to each other and
common interest. Wang Youshun and Yu Lin (2006)2 said that port integration has
two functions: one is to prevent the port from redundant constructions; the other is to
provide some integrated planning to deal with the unreasonable structure of the port.
They also provide two kinds of integration: horizontal and vertical. Horizontal
integration means to integrate the resources of different ports and companies. It can
remove the limit of boundary and stop the vicious competition. Vertical integration is
to integrate the harbor industry and the logistics companies. It can help to reduce the
logistics cost and encourage the economy of hinterland. There are a lot of different
kinds of integration and a lot of successful examples of different kinds of integration
1

Li Shuzhen (2007, August). Port Integration. Retrieved February 24, 2008 from the World Wide Wed:
www.cnki.net
2
Wang Youshun, Yu Lin (2006, April). Strategy on the Port Resource Integration. Journal of Wuhan University
of Technology, 2006 Vol. 28, No. 4.
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home and abroad. For example, in China, Zhangjia port, Changshu port and Taicang
port were integrated in one big port. In America, New York-New jersey port had
become one of international shipping centers after they were integrated. In Japan, the
ports in Tokyo Gulf act as one port now.

Understanding of port combination

Port combination was introduced into China in 1996. Wang Nuo, Liu Xiaodong and
Xie Chunxiao (2007)1 said that similar hinterland and function lead to the vicious
competition among the ports in the same area. But development often comes after
competition. So it needs some reasonable combination. They also provide two kinds
of port combination: government-dominant pattern and enterprise-dominant pattern.
Government-dominant pattern can make good use of macro-control to allocate the
resources. But it can not completely show the market discipline. Meanwhile, the
enterprise-dominant pattern shows the opposite situation. And each pattern is divided
further into loose, tight and compete-cooperate types.

Understanding of sustainable competitive advantage

Michael A. Hitt, R. Duane Ireland, Robert E. Hoskisson (2005, P. 84)2 said that a
sustained competitive advantage is achieved only when competitors have failed in
efforts to duplicate the benefits of a firm’s strategy or when they lack the confidence
to attempt imitation. It results only when all four criteria are satisfied: valuable
1

Wang Nuo, Liu Xiaodong, Xie Chunxiao (2007). A Study on Port Combination Form. Port & Waterway
Engineering, Aug. 2007, No.8, Serial No.406
2
Michael A. Hitt, R. Duane Ireland, Robert E. Hoskisson (2005). Strategic Management (6th edition). Mason:
South – Western.

3

capabilities, rare capabilities, costly-to-imitate capabilities and non-substitutable
capabilities. In my opinion, the port can use this theory to develop their sustainable
competitive advantage.

1.3 The Framework and Contents of This Dissertation
The organization of this dissertation is as follows. Firstly, this author will give the
status quo of these three ports in the 2nd chapter. The chapter 3rd will analyze the
shortages and do some research on the necessity of integration. The 4th chapter will
give some experiences of the successful integration home and abroad. The chapter
5th will give some suggestions on the integration. After that, this author will analyze
the problems that might hamper the development after integration and provide some
solutions in the chapter 6th.
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Introduction (Chapter1)

The Status Quo of Coastal
Ports in Guangxi (Chapter2)

The Comparative Research on
the Integrated Ports Home and
Abroad (Chpter4)

The Necessity of Port
Integration (Chapter3)

The Suggestion on Integration of
Coastal Ports in Guangxi (Chpter5)

The Problems Which Might Came
Out After Integration and Solutions
(Chpter6)
Figure 1.1 - The framework of this dissertation
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CHAPTER2 THE STATUS QUO OF COASTAL
PORTS IN GUANGXI

2.1 Location and Port Construction
The coastal ports in Guangxi hold 1595km coastline of Beibu Gulf, with the back
towards southwestern part of China, and face to the southeastern Asia. It is the
combination section of west part, south part and middle part of China, and the
ASEAN area. They are always the important ports for southwestern area since the
ancient time. From the figure 2.1, we can get a general idea of the location of the
three coastal ports in Guangxi.

Fangcheng
Port

Qinzhou
Port

Guangxi
Beihai Port

Vietnam

Zhanjiang
Port

Beibu
Gulf

6

Hainan
Province

Figure2.1 – Location of the three ports
Source: http://www.xxi8.cn/html/B/12267.htm

Located at the northern bank of Beibu Gulf, southern part of Guangxi, Fangcheng
Port is a fine, deep water harbor at the furthest southwestern end of the coastline on
China mainland, is one of the 24 hub ports of China. It is wind-sheltered and has the
advantages on geographical position and situation with deepwater. With long and
utilizable coastlines and broad water and land areas, Fangcheng Port surrounded on
the three sides by mountains, and looks like an inland lake. The navigation channel
of the port is short with little siltation. With neighboring Guizhou and Sichuan to the
north, Yunnan to the west, Guangdong, Hainan, Hong Kong and Macao to the east
and Beibu Gulf to the south, Fangcheng Port is located at the center of the Great
Southwest China, with rich natural resources, and the Southeast Asia, brisk in
economy as the joint hub connecting the two areas. Fangcheng Port has 31
productive berths now. Among them, 14 berths can accommodate vessels more than
10,000 dwt and maximum design berthing capacity is 50,000 dwt. The mineral ore
terminal at 200,000-dwt class has just been completed. The annual throughput
capacity is 25 million tons, with the dedicated container berth handling capacity of
250,000 TEUs. In Fangcheng Port, there is a professional 70-thousand class sulfur
berth, which is the biggest one in China.

Qinzhou Port, locating in the top of Beibu Gulf, is the center of the three coastal
ports in Guangxi. The same as Fangcheng Port, it is surrounded on the three sides by
mountains. The harbor has broad water area with little wind and siltation. It is one of
the best deepwater ports in Guangxi with the coastline of 520.8 km. Qinzhou Port
can accommodate about 200 deepwater berths at from 10,000 dwt to 300,000 dwt.
Among them there can be 35 ones at more than 100,000 dwt. There are 21
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productive berths, including general cargo berths, bulk berth, and container berths
and so on. The throughput in 2007 was more than 12 millions tons, which is 58.3%
more than that in 2006.

Beihai Port is located at the southern end of Guangxi and in the northeast of Beibu
Gulf. It is backed by the great southwest regions (Yunnan, Guizhou, Sichuan
Province) of China, and facing Hainan Province across the sea. Beihai Port was the
first port of ancient Marine Silk Road, and it is an important gateway of foreign trade
since the period of Qin and Han Dynasties. The port consists of an old port area and
a new port area. There are nine productive berths with a total berth length of 1210m,
out of which there are four deepwater berths for vessels over 10,000 dwt. The
designed throughput of the port is 2.15 million tons. In the 2007, the annual
throughput was 5 millions tons. Because of the beautiful view of the beach, there are
not only the cargos that come to Beihai Port, but also a lot of visitors. So there is a
passenger terminal in Beihai Port. The throughput in 2007 was 305 thousands.

2.2 The Condition of Hinterland
It is very hard or even not feasible to delimit the hinterland of a port as the hinterland
varies with respect to commodity, time and transport mode (Theo Notteboom, 2007)1.
Generally speaking, the hinterland is the region behind the port and served by the
port.

1

Theo Notteboom (2007). Maritime Logistics. Unpublished lecture handout, World Maritime University, Malmo,
Sweden
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Figure 2.2 – Map of China
Source: http://www.madechina.com.cn/MAP.HTM (map of china - mc)

We can see from the Figure 2.2, the hinterland of ports in Guangxi is mainly Yunnan,
Guizhou, Sichuan, Chongqing and Guangxi itself. Guangxi is the closest passage
way to the outside world by sea.

2.2.1 The Condition of Direct Hinterland
Obviously, the direct hinterland of the three ports is Guangxi Province itself.
Guangxi Province has the area of 230,000 km2, and with the population of around 45
million.

The development of industry and agriculture in Guangxi is relatively slow. The
major agricultural products are rice, peanut, jute and kenaf fibers and different kinds
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of fruits. The seawater in Beibu Gulf is stable, and the salinity has not so much
change. So it is suitable for those famous and precious aquatic products, such as
pearl, shrimp and so on. In Guangxi Province, there are rich mineral resources.

The import cargos through the three ports to this area are mainly fertilizer, pesticide
and grain, and the major export cargos are non-mental ore and building materials.
For industry, centered in the city of Liuzhou, there are divisions of iron and steel
industry, machinery industry, non-ferrous metallurgy industry and electricity industry.
For textile industry, sugar industry and canned food industry are the most developed
ones. What’s more, Guangxi Province is the major support base of sugar in China.
The GDP of Guangxi Province in 2007 was over 588 billion Yuan, and it was 14.9%
more than that of 2006.

2.2.2 The Condition of Indirect Hinterland
The indirect hinterland is the great southwest area, including Guizhou, Yunnan,
Sichuan Province and Chongqing. There are abundant resources in great southwest
area. But the quality of the mineral resources is not very high, and the area is a little
short of food because of the huge number of poor population. They import a large
quantity of iron ore, grain and fertilizer. And the export cargos are mainly non-metal
ore and building materials.

Yunnan Province is in the south part of China, and at the north of Myanmar, Lao
Peoples' Democratic Republic and Vietnam. It has complicated geographical
conditions. The area of Yunnan Province is around 380,000 km2, and counted 4.1%
of China. There are 142 kinds of mineral that has been founded, and among them
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there are 92 ones which have the proven reserves. The reserves of 54 kinds of
mineral rank the top 10 in China, and 25 kinds of mineral rank top 3. Furthermore,
there are rich resources of forest, hydropower, tourist and wild animal.

Guizhou province is located at the northeast of Yunnan-Guizhou Plateau. Its area is
over 170,000 km2, which is counted 1.83% of China. There are 74 kinds of minerals
that have the proven reserves, which is 50% of the total reserves of these kinds of
mineral in China. For heavy industry, the major divisions are coal mine industry,
metallurgical industry, chemical industry, machinery industry and hydropower
industry. The light industries are mainly cigarette, paper industry, leather industry
and silk industry.

Sichuan Province is located at the upper reaches of Yangtze River. Its area is over
485,000 km2. Same as Yunnan and Guizhou Province, there are a lot of different
kinds of minerals in Sichuan Province. The coal mine industry, hydropower industry,
iron and steel industry and oil industry all have a relatively high level in China.
Sichuan Province is the leader in economy and resources among the provinces in the
great southwest area. The GDP of Sichuan Province in 2007 was over 1000 billion
Yuan.

Summary
This chapter introduces the state quo of the three ports in Guangxi and condition of
their main hinterland. As we can found that the nature condition of the three ports is
very good, but the development of them is relatively slow. We also notice that the
potential of the three ports is really huge, and we need to find a most proper method
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to develop them.
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CHAPTER3 THE NECESSITY OF PORT
INTEGRATION
Although the ports have a good natural condition, the development of these three
ports is relatively slow. As far as I concerned, there are several major problems that
hamper the development a lot, so there is a need to integrate them.

3.1 The Major Problems

3.1.1 The Investments are Far from Enough
Back into the history, the ports have been lack of investment. For example, during
the period of the seventh five-year plan, Chinese government only invested 170
million Yuan for the construction of all ports in Guangxi (including the inland
harbors). It counted less than 2% in the total investment to all the ports in China.
Obviously, it is far from enough. Furthermore, the ascription had been changed a lot.
Before the foundation of P. R. China, they belonged to Guangdong Province. After
that, it changed to Guangxi Province. But, in the 1950’s and 1960’s, it still changed
several times. So neither Guangdong nor Guangxi would like to invest on them. At
the same time, in the period of 1960’s to 1970’s, this area has always been the war
front, the government just focused on the development of the northern part of
Guangxi Province. In other words, both Chinese government and local government
did not pay much attention to the development of the three ports.
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3.1.2 The Redundant Construction
As we all know, there has been seriously redundant construction in the three ports.
The distance between any two of them is no more than 100 km. The similar
functions will definitely hamper the allocation and development among them. For
example, in Beihai Port and Qinzhou Port, they both have special berth for the
roll-on-roll-off-passenger-ship which is headed towards Vietnam. At the same time,
there are shipping lines for travelling to Vietnam in Fangcheng Port and Beihai Port.
In recent years, the three ports all announce that their objective is to build a most
convenient gateway for the great southwest area to ASEAN market. In order to
become a pivot port, they just focus on improving their own throughput and
enlarging the functions of the port without integrated plan. For example, as we know,
Beihai is a famous tourist resort, and container has less pollution comparing with
other means of transport. So it should be built as a major container port. However,
Fangcheng Port also had finished the container program, and has a larger throughput
than Beihai Port. What’s more, Qinzhou Port is holding another container program
that the throughput is even much larger. They all can not get the expected profit
because of these kinds of redundant construction.

3.1.3 The Vicious Competition among the Three Ports
Thirdly, there is always a vicious competition among the three ports. The hinterland
of the three ports is mainly in the Sichuan, Yunnan, Guizhou, Chongqing, and
Guangxi Province. The development of economy in this area is relatively slow in
China. The products are often produced and used within the area. On the other words,
there are not so many cargoes for import and export. Furthermore, the positioning
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strategies of the three ports are always similar. In order to attract more cargo to pass
through the port, they just cut the charges again and again. It led to an aggravation of
the vicious competition. Take the iron ore, which is the cargo with the biggest
throughput in the ports of Beibu Gulf, as an example. The loading/discharging fee
per ton had been reduced from 40 Yuan to 20 Yuan. Some small berths had reduced
the fee to even 10 Yuan per ton. This kind of vicious competition makes the ports in
Beibu Gulf be trapped in the condition that although the throughput has increased a
lot, the profit is still very low. For example, in 2005, the throughput of Beihai Port
was more than 7 million tons, and it was 30.6% more than that of 2004, which is
much higher than the average level in China. But the profit was only 20 million Yuan.
In recent years, the governments of the three ports have set up the developing
strategy that focusing on the port and portside industry from their own viewpoints. It
definitely led to the waste of resources, including natural resources, human resource,
technologies and information, and the local capital.

3.2 The Necessity of Integration

3.2.1 There is a Great Challenge from the Port Nearby
As the problems we have talked before, because of the close location, similar
hinterland and the lack of integrated plan, the vicious competition has been always
existed among them. It brought out the waste of resources, redundant construction,
low profit and core competence. In the other words, it is the other big
port—Zhanjiang Port in Guangdong, but not any port in Guangxi, can get the benefit
from this kind of competition.
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Table 3.1—1978 – 2007 The throughput of the four ports
Throughput
Year

Throughput (10 thousands)
Fangcheng

Beihai

Qinzhou

Total

Zhanjiang

1978

----

58

----

58

980

1980

----

53

----

53

1220

1985

39

55

----

94

1231

1990

220

82

----

302

1557

1995

464

201

9

674

1885

1998

707

251

120

1078

1414

1999

808

252

130

1190

1800

2000

919

265

140

1324

2038

2001

1003

252

181

1436

2205

2002

1116

311

203

1630

2627

2003

1320

433

263

2016

2866

2004

1609

472

321

2402

3780

2005

2006

436

437

2879

4647

2006

2506

476

752

3734

8031

2007

3032

500

1206

4738

9165

Source: http://www.cnki.net

From table 3.1, we can get the figures of the throughput of the three ports in Guangxi
(see Figure 3.1), and the comparison between Zhanjiang Port and the total number of
three ports in Guangxi (see Figure 3.2).
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Fangcheng
Beihai
Qinzhou

19
78
19
85
19
95
19
99
20
01
20
03
20
05
20
07

Thoughput(10 thousand
tons)

3500
3000
2500
2000
1500
1000
500
0

Year
Figure 3.1 - 1978-2007 the throughput of the three ports in Guangxi
Source: http://www.cnki.net

From figure 3.1, we can see that although Beihai Port is the earliest one in Guangxi,
its increase in throughput is the slowest among the three. It had only grown from 580
thousand tons to 5.11 million tons from 1978 to 2005, while Fangcheng Port had had
a high increasing rate since 1985. It had grown from 390 thousand tons in 1978 to
25.06 million tons in 2006. It shows us that Fangcheng Port has an obviously
export-oriented economy. Qinzhou Port is the latest one in Guangxi, but it has grown
up quickly. The throughput in Qinzhou port in 2006 was 7.52 million tons, which
was only 520 thousand tons less than that of Beihai Port.
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Total
Zhanjiang

19
78
19
85
19
95
19
99
20
01
20
03
20
05
20
07

Throughput(10 thousand
tons)

10000
9000
8000
7000
6000
5000
4000
3000
2000
1000
0

Year
Figure 3.2 - The comparison of throughput
Source: http://www.cnki.net

From figure 3.2, we can found that there is a huge gap between the three ports in
Guangxi and Zhanjiang Port. Even the total throughput of the three ports is much
less than that of Zhanjiang Port. We can not imagine comparing the three ports
individually with Zhanjiang Port. For example, in 2005, the total throughput of the
three ports in Guiangxi was 29.54 million tons, and it counted only 63.6% of the
throughput in Zhanjiang Port. In 2006, the total throughput was 40.62 million tons.
Comparing with the 80.31 million tons in Zhanjiang Port, it is 39.69 million tons less
and counted only 50.58%.

From the experience in last 30 years, it is obvious that the integration of Fangcheng
Port, Beihai Port and Qinzhou Port is an inevitable trend. It can help to prevent the
waste of all kinds of resources and improve the core competence. Then the new
integrated port—Port of Beibu Gulf and play the role of the most convenient
gateway for the great southwest area.
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3.2.2 The Influence of the Trend of Large Vessels
As we all know, the super shipping companies, Maersk and Sealand have integrated
into one. And P&O and Nedlloyd also had this kind of integration. It brings a new
trend in the shipping market all around the world. In my opinion, it is an inevitable
way to strengthen the competence while reducing the operating cost and risk.
Nowadays, the major type of vessels in use is the modern cargo ship of
100,000-150,000 dwt. As a result, the throughput capacity and the infrastructure of
the port have to be greatly improved to accommodate the large vessels. It is reported
that there is only more than 100 deepwater berths that can accommodate the vessels
over 50,000 dwt. It is far from enough and has a bad impact on the development of
the shipping industry in China.

Table 3.2 – Main characteristics of cellular container vessels
Capacity

Deadweight

Length

Beam

Draught

(TEUs)

(tonnes)

(m)

(m)

(m)

1st

600-1000

14,000

180

25

9

2nd

1000-2000

30,000

225

30

11

3rd

2000-3000

40,000

260

32

12

4th

3000-4000

60,000

290

32

12

5th

4000-5000

65,000

275

40

13

6th

5000-7500

90,000

330

43

14

7th

7500-10000

105,000

350

46

15

8th

10000+

155,000

400

56

16

Generation
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Source: Lecture handout of Container Terminal Planning and Management1

Guangxi has the coast line of 1595 km and it counts 10% of Chinese coast line. But
there are only a few deepwater berths and the facilities are most out of date. Most
berths are general berth and its efficiency is relatively low. From the table 3.2 above,
we can found that there is a huge increase of the container ships. The throughput of
the two container berths in Beihai Port and Fangcheng Port is only 130,000TEU, and
it can only accommodate the second generation container ship of 1,000TEU.
However, the major type of most vessels will be the fifth or sixth generation
container ship of over 5,000TEU and draught of more than 14m. So there is an
urgent need to improve the capacity of the ports in Guangxi. In order to reverse this
losing situation, in my opinion, the best way is to integrate the three ports. Firstly, it
can help to achieve the united management and proper allocation. Secondly, the
three ports have their own advantages and disadvantages. After integration, they can
develop together and make a better use of the advantages. Thirdly, it can make good
use of all the resources and improve the core competence.

Summary
This chapter analyses the necessities of the integration. We can found that the major
problems of them are lack of investment, redundant construction and vicious
competition. As a result, the integration is not only the need to compete with
Zhanjiang Port, but also the need to meet the inevitable trend of large vessel. The
following part will give a comparative study between two integrated ports and get
some experiences for the integration of coastal ports in Guangxi.
1

Mike Ircha (2007). Container Terminal Planning and Management. Unpublished lecture handout, World
Maritime University, Malmo,Sweden.

20

CHAPTER4 COMPARATIVE STUDY ON THE
INTEGRATED PORTS HOME AND ABROAD
Nowadays, it is a trend to integrate several small ports in the same area into a big
port. There are a lot of successful integration experiences all around the world that
we can learn from. They can help to get a better way to integrate the three ports in
Guangxi.

4.1 The Introduction to Port of Ningbo-Zhoushan and Port
of New York-New Jersey
Ningbo-Zhoushan Port is located in the southeast part of China, and at the estuary of
Yangtze River and Qiantang River. It is in the Yangtze River Delta Region, which is
one of the most developed, active and potential area in China. Ningbo Port and
Zhoushan Port are very close to each other. The distance by sea between them is less
than 3 nautical miles. It is not exaggerate to say that we can not find another port that
has a better geographical location than Ningbo-Zhoushan Port in China. Surprisingly,
the distances to North America, South America, Oceania, Persian Gulf and East
Africa are all around 5000 nautical miles. The depth of the approach channel in
Ningbo Port is up to 18.2 m, and the vessels less than 250,000 tons can go through
freely. What’s more, Zhoushan Port has a better natural condition. There are
200.7km coast lines whose depth is over 15m, and 103.7km over 20m. It can
accommodate the vessels over 300,000 tons. So far, it’s only no more than 10%
deepwater coast lines that has been developed. And Zhoushan Archipelago can not
be connected directly by road to the outside word. The ongoing connecting program
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will provide the road access between Zhoushan and Ningbo. Nowadays, there are
723 berths of different kinds and the designed capacity is over 200 billion tons. The
throughput in 2007 was 344 million tons, and it was 11.07% more than that in 2006.
It was China’s second largest port, and rank No.4 around the world. At the same time,
the turnover of container was around 9.35 million TEU, 32.28% more than that in
2006. And it was China’s fourth largest container port, and the No. 13 around the
world.

New York-New Jersey Port is the third largest port in USA, and located on the both
sides of Hudson River in the southeast part of New York State. There are three areas
in New York-New Jersey Port: New York, New Jersey and Newark. They belong to
two different states: New York State and New Jersey State. The area of the whole
port is around 3800 km2, and it is the biggest port in area all over the world. There
are 37 container berths with the 9-15 m depth. From the figure 4.1 below, we can
found that in order to connect the both sides of Hudson River, four bridges and two
tunnels have been built, which are George Washington Bridge, Bayonne Bridge,
Goethals Bridge, Outerbridge crossing and Lincoln Tunnel, Holland Tunnel. The
hinterland of New York-New Jersey Port is the important consuming area in USA, so
the throughput has been growing fast since they integrated. The container turnover in
2007 was 5.4million TEU, and it was 6.1% more than that in 2006.
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Figure 4.1 - The tunnels and bridges of New York-New Jersey Port
Source: http://www.panynj.gov

4.2 The Reasons for Integration

4.2.1 The Reasons for Integration of Ningbo-Zhoushan Port
A lot of port near Ningbo Port, such as Qingdao, Dalian, Wenzhou, has began to
build deepwater wharves. Because Shanghai has no the deepwater resources, it has
to enlarged the area to Zhoushan area, for example, Yangshan Port. As we all know,
there are more and more large-size ships all over the world. In order to accommodate
this kind of vessels, more and more deepwater wharves are needed.

For the resources, Ningbo and Zhoushan are in the same area, and they share the
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same area of sea, same channel, and same anchorage area. Because they belong to
different local government, they always have conflicts on vessels, shipping lines and
container transport. It is a huge waste of resources, and is bad for the reduction of the
charges to the vessels passing by and reasonable integration of resources in Ningbo
and Zhoushan. The available land along the coastal line of Beilun port area in
Ningbo Port is limited. But on the north bank, except the 250,000 tons crude oil
wharf in Daishan and ore wharf in Majishan, there are a lot of island with fine
deepwater berths that have not been developed. So far, the throughput of Zhoushan
Port is less than 50 million tons. But there are no less than 10 wharves that can be
developed, and they can accommodate the vessels over 20,000 DWT freely.
Meanwhile, Zhoushan Port is short of investment, and Ningbo at the same time has a
lot of funds and building technologies for deepwater wharf. The integration brings
lots of benefits to the mutual development of both of them.

4.2.2 The Reasons for Integration of New York-New Jersey
Port
Similar to the Ningbo-Zhoushan Port, the reasons for integration of New York-New
Jersey Port are mainly the vicious competition and waste of resource between the
two ports.

The port constructions are all located along the New York Gulf. They are all close to
each other, but belong to two different states. Look back into the long history, we can
found that they had a lot of financial conflicts because of this. What’s more, the
police from the two states even shot to each other since they could not get the
agreement on the boundary on the Hudson River. After that, they realized that the
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coastal area of New York Gulf can not be separated. They would both lose because
of this kind of localism. After entering twenty century, with the increasing
throughput of cargo and frequency of passenger flow, the disadvantage of separated
management model was more and more serious. Facing the pressing transport
condition, the two states decided to set up an interstate committee. The committee is
in charge of analyzing the transport condition of the port area of the whole New York
Gulf, and proposing the integration plan to the two local governments. The
committee is now called the port authority of New York-New Jersey.

4.3 The Management Model

4.3.1 The Management Model of Ningbo-Zhoushan Port
After the abolishment of so call Ningbo Port and Zhoushan Port, the
Ningbo-Zhoushan port committee was set up. From then on, the two pots would
integrate into one, and stick to the principle of “unified planning, unified
construction, unified brand and unified management”.

Under the authorization of the government of Zhejiang Province, there are four main
responsibilities for the committee. Firstly, the committee is in charge of the planning
management and the orderly exploitation of deepwater coastal lines. Meanwhile, it
will coordinate the important integration program for both sides. Secondly, keep the
orderly operation of the ports, set up the rules and make sure the execution of them.
Thirdly, the committee has to collect all the data of the two ports and publish them.
Last but not the least, the committee should manage the publicizing for the big new
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port to outside world, and attract more investment.

Actually, there are many problems after integration, and the most serious one is
“unified management” among the four “unified”. There are some inevitable conflicts
on frontier inspection, customs, taxation and administrative law enforcement, and
there might be even some confusion. So, now in the beginning stage, the local port
administrative office will continue to manage the port as before. The import and
export vessels or cargos have to be reported to both Ningbo Port and Zhoushan Port,
and the procedure has not changed so far. Zhejiang Province is planning to set up
Ningbo-Zhoushan Port Group Co., Ltd, and attract foreign companies to be share holder.
The major task of the company is to integrate the two old port authorities gradually through
the methods of acquisition, proprietary transfer, share holding. They manage to achieve a
real integration as soon as possible.

4.3.2 The Management Model of New York-New Jersey
From 1921, the port authority of New York-New Jersey has been in charge of the
management of the new integrated port. The port authority is a financial
self-sufficient agent of public affairs. They do not have the right to charge the taxes
on local government and companies. The revenue comes from the charges of their
facilities, for example, the charges for going through the bridges or tunnels, for use
of airport and port and the rent for offices and shops.

The port authority is under the supervision of port committee. There are 12 members
in the committee. The each governor of the two states will name 6 members under
the permission of state senate. The tenure for each term is 6 years, and during the
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tenure, they will change the job to each other. The port authority can only operate the
businesses and programs that the committee has permitted.

There are four major transport and trade businesses for the port authority. Firstly,
manage the airport and air transport: John F. Kennedy International Airport, Newark
Liberty International Airport, LaGuardia Airport, Teterboro Airport and Manhattan
Heliport. Secondly, manage the development of port area, for example, industrial
development area or re-development of urban riverside districts. Thirdly, manage the
tunnels, bridges, bus station and PATH Rapid-Transit System. Fourthly, manage the
world trade centre. The authority own and operate several business building in the
downtown area of New York.

Summary
Through the comparative study of the integration of Nningbo-Zhoushan Port and
New York-New Jersey Port, we can found that the reasons for their integration are
similar. They all intended to make a better use of different kinds of resources and
prevent the vicious competition. But they use the different models of management.
New York-New Jersey Port is managed by the port authority, which is self-sufficient
agent of public affairs. It is under the supervision of the port committee that
composed by 12 members from both states. In Ninbo-Zhoushan Port, the port
committee was set up, and they manage to set up a group company to attract foreign
investment. But it has not succeeded yet. In my opinion, the coastal ports in Guangxi
should follow the Ningbo-Zhoushan model, because their conditions are similar to
each other. The following part will give my own opinion on the integration of the
three ports in Guangxi.
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CHAPTER5 THE SUGGESTION ON
INTEGRATION MODLE OF COASTAL PORTS IN
GUANGXI

5.1 The Management Model of the Integrated Port

5.1.1 Separate the Government and Enterprises
The beginning of “separation of government and enterprises” in China was in the
1980’s. With the development of reforming and opening-up policy, how to achieve
the separation of government and enterprises was becoming more and more serious
for the ports as the access to the outside world. In the early 1980’s, Dalian Ports was
the first one to try this kind of separation. However, because the society, economy
and concept at that time are not prepared for the change, it was not successful in the
end. In 1990’s, there are a lot of successful separation experience, for example, 1995
in Hainan Port, 1998 in Xiamen Port and 1999 in Shantou Port. After the
exploitation and analyses in these years, we have reached the agreement on the
separation of government and enterprises. With the development of socialist
market-oriented economic system and economic mechanism reformation, it is an
inevitable trend of separation of government and enterprises. It is benefit to change
the functions of government, to achieve the professional management on the port, to
build the modern enterprise system, and to emancipate the port productive force by
re-allocation of the port resources.
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For the integration of coastal port in Guangxi, it is undoubtedly to separate the
government and enterprises. For the “government”, there should be a special
department-port committee that set up by the government of Guangxi Province to
manage the government affairs of the three ports. We can learn the model of
Ningbo-Zhoushan Port, and the port committee is responsible for the macro-control
of the overall planning. There are five main task of the government department.
Firstly, it has to manage the planning and construction of port infrastructure and
orderly exploitation of coastal line. Secondly, according to the market demand, the
government department should be in charge of the coordination of the important
projects so that the redundant construction and waste of resources can be prevented.
Thirdly, the department is responsible to set up the management rules and make sure
that the rules are executed properly. Fourthly, it should be in charge of collection,
report and publication of the data of three ports. Fifthly, the department should
manage promotion for the big new port and attract more investment. For the
“enterprises”, because the financial integration is not so easy, I think we can keep the
three old port companies. And there is no rush to set up a group company like
Ningbo-Zhoushan Port. Each company has some individual rights, and the
relationship among them should be co-competition. They can have their own plan
and construction, but all the businesses they operate should following the integrated
plan of the port committee. In other words, the integrated plan holds the priority. All
the activities proposed by different companies should get the permission of the
government. The suggested management model is illustrated as the figure 5.1 below:
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Guangxi Port
Committee

Beihai Port
CO., Ltd

Fangcheng
Port Group
CO., Ltd

Qinzhou Port
CO., Ltd

Figure 5.1 – The management model of Guangxi Ports

Learning from the four “united” principles in Ningbo-Zhoushan Port, I think we
should use a six-united principle on the management of Beibu Gulf Port.
(1) United brand. From the successful experience of Shenzhen Port, we can get that
we should use the name of Beibu Gulf as often as possible, so that the concept of
the big new port can be set up.
(2) United management. The governmental department I mentioned above is
responsible to manage the three port areas and allocate the resources properly.
(3) United operation. It means that all the businesses and activities in the ports
should be good for the whole benefit of Beibu Gulf and Guangxi Province.
(4) United construction. We should impose highly centralized management on the
planning, construction and operation of the three port areas, and on the
constitution and execution of the rules.
(5) United allocation. According to the market discipline, we should use the united
allocation on the direction of cargo flow. Meanwhile, the taxation also needed to
be united allocated.
(6) United information. A united information sharing platform is needed urgently to
provide the overall information of three port area.
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5.1.2 The Financing Channels
As we all know, the smooth financing channels are helpful to the development of
Beibu Gulf Port, and they should be of different kinds and all-round. We can
introduce those powerful investors into our group company while maintain the state
holdings, for example, Hutchison, PSA, Maersk, and COSCO. We can achieve
vertical or horizontal cooperation through joint venture, cooperative venture, share
participation, share transfer, share exchange, asset rotation, lease and strategic
alliance. It can help to attract more investment and advanced technologies and
management ideas. The port companies can use different kinds of financing models
to accelerate the port construction, such as BOT and TOT.

The acronym BOT stands for ‘‘Build–Operate–Transfer’’, under which the private
sector enters infrastructure development, a sector that has historically been the
preserve of the public sector. Typically, the government grants a concession to a
private sector entity, a bidding consortium or project company, and in turn, the
concessionaire puts up the necessary capital, designs and constructs the
infrastructure, and operates it for a certain period of time (generally 10–30 years) in
order to pay off the debt and earn a reasonable rate of return from the operational
revenue.

The concessionaire then transfers ownership of the infrastructure to the

government free of charge or at an agreed price. (Chuan Chen, Hemanta Doloi, 2007)
1

1

Chuan Chen, Hemanta Doloi, BOT application in China: Driving and impeding factors, Int J Project Manage

(2007), doi:10.1016/j.ijproman.2007.07.002
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The acronym TOT stands for “Transfer-Operate-Transfer”. It means that the
government will transfer the management right of the complete public project to a
foreign company or private company for a period of time. Paying a certain amount of
money to government, the company can get the profit of the project during the
period. (Zhu Litao, 2006)1

For the construction of Beibu Gulf, I think the TOT is the best model. It can help to
get the one-off payment for the benefit that several years later from the investor to
begin the new port construction. It can reduce the period of port construction and
accelerate the port development.

Generally speaking, there are two kinds of refinancing in the securities market. One
is to issue a new bond for the port, and another is to financing in the stock market. In
my opinion, the later one is better, because it has a lower cost and risk. We can learn
from the successful experience of Shanghai International Port (Group) Co., Ltd.
They used the “shell” of Shanghai Port Container Company, which has been a listed
company at that time, to help the Shanghai Port Group Company to be listed by back
door listing. As we know that Beihai Port Co., Ltd has been a listed company for
more than 10 years. Beibu Gulf Port can use this “shell” to be listed following the
model of Shanghai Port Group Company. Being listed can help promote the
reputation of Beibu Gulf Port and improve the strength of the company. What’s more,
it will bring a sustained, harmonious and all-round development of Guangxi
Province.

5.2 The Positioning and Objective of Beibu Gulf Port
1

Zhu Litao (2006). Comparative study of BOT, TOT and PPP. Finance & Economy (Theory Edition), 2006
Vol.12.
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5.2.1 The Overall Positioning and Objective
Generally speaking, there are three main tasks for the integrated Beibu Gulf Port.
Firstly, perfectly serve for the local developing industries. With the development at
full speed of heavy chemical industry, energy industry, steel and iron industry and
manufacturing industry in the area of Beibu Gulf, there will be a huge transport need
of raw materials and products. Beibu Gulf Port should satisfy this kind of need.
Secondly, serve as a regional logistics center. After the establishment of
China-ASEAN Free Trade Zone, Guangxi Province will develop the advantage of
geographical position to become an international logistics center for China-ASEAN
Free Trade Zone by the support of Beibu Gulf Port. Thirdly, serve as a transshipment
port for the areas nearby. Beibu Gulf Port is the most convenient passageway for the
cargos from the great southwest area to be transported to the ASEAN countries.
Meanwhile, it is also the most convenient port for the cargos from ASEAN area to be
transported into Chinese market.

The planning is by the end of 2010, there will be totally 65 deepwater berths in the
three port areas, and the throughput will increase to more than 100 million tons.
Focusing on the construction of mineral ore berth, coal berth, oil berth and
multi-functional berth, it will then set up a professional transport system for bulk
cargos and containers. A smooth collecting-distributing hierarchy and a port
information platform should be set up, and the overall competitive has been greatly
improved. Furthermore, by the end of 2020, the throughput will be more than 200
million tons.
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5.2.2 The Individual Positioning and Objective
Fangcheng Port is one of the 24 main coastal ports in China and the important hubs
of Chinese composite transport network. The port industry is the support of the
development of global-market-oriented economy and industrialization of Fangcheng
Port. With the development of the economy in hinterland and the composite transport
system, Fangcheng Port will focus on the bulk cargo transport, and at the same time,
accelerate the container transport. It aiming to become a modern comprehensive
seaport with multi-functions, for example, transport, warehousing, transshipment,
harbor industry, processing industry, information services, and modern logistics, etc.

Qinzhou Port is an important regional port focusing on the harbor industry. In the
short run, the task is to build a port district for transport of energy and raw materials
by the support of harbor industry. In the long run, with the convenient transport by
road and sea, and the developed harbor industry in the hinterland, it will be a modern
multi-functional port that mainly serves for the harbor industry.

Beihai is important city in Guangxi for trade and travelling. The tourist industry is
the pillar industry in Beihai, and it has a bright future. It presents a high require on
environmental quality, so it is not suitable to large-scale industry. The objective is to
become a non-polluted port with bonded area and hi-tech industry.

5.2.3 The Plan for Specific Cargo
(1) Ore. There will be several 200,000 ton-class iron ore berths mainly in Fangcheng
Port for the need of steel factories in Guangxi Province and great southwest area.
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Meanwhile, the nonmetallic ore berths will mainly be located in Fangcheng Port, and
they are most 50,000—70,000 ton general bulk cargo berth. They mainly serve for
the export of phosphorus ore and barite in the southwest area.

(2) Oil. Because the large scale refinery in Qinzhou, there will be some crude oil
berths. The arrangement of oil gas berth should consider the consumptions of the oil
gas products, the location of petroleum chemical enterprises and the direction of oil
gas cargo flow. We need to integrate the current oil gas berth resources in the three
port district. At the same time, the enlargement and construction of new oil product
and liquid chemical berths are needed so that we can satisfy the transport need of oil
gas products in the coastal area and the hinterland.

(3) Coal. Industrial coal is the major coal consumption in Guangxi Province. Since
the rapid development of coastal electric power industry and iron & steel industry,
the import quantity of coal is increasing dramatically. The import coal is mainly
from the ports in northern China and ASEAN area. In order to satisfy this kind of
development, we need to build some large scale coal berths of 70,000—100,000
tons.

(4) Container. With the establishment of China-ASEAN free trade zone and the
implement of the western development drive, the throughput and containerization
has improved a lot. Meanwhile, the container transport with southern and eastern
China is increasing dramatically. The container transport should be cantered in
Fangcheng Port, and the deepwater container berth should be built to accommodate
the large-size container ship.
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5.3 Develop the Sustainable Advantages for the Integrated
Port
In order to develop the sustainable advantages, the four criteria: valuable capabilities,
rare capabilities, costly-to-imitate capabilities and non-substitutable capabilities
should be satisfied first.

Firstly, develop the valuable capabilities. With the advent of the new century, the
development of ports in Guangxi faces a lot of opportunities and challenges: entering
WTO, the western development drive, and the China-ASEAN free trade zone.
Guangxi is the only coastal area in the western China, and it is the most convenient
passageway for southwestern China. It is 360-680 km shorter by land for the goods
in western China to go abroad through Guangxi than Guangdong Province.
Meanwhile, it is 23%-65% shorter by sea for the cargoes in western China to the
Asian, African and European ports through ports in Guangxi than port of Shanghai.
Furthermore, after the entering of WTO and the foundation of China-ASEAN free
trade zone, the volume of cargoes pass through ports in Guangxi is increasing
dramatically. So, it is valuable to try our best to integrate the three ports and it is
good for the Chinese international trade, especially the great southwest area.

Secondly, develop rare capabilities. The sulfur berth in Fangcheng Port is the only
professional one in China. Its facilities and efficiency is the best and the designed
throughput is up to 6 million tons. We should keep this advantage to stay at the
leading position in China. Meanwhile, there is a huge amount of mineral that has
been found in the hinterland of the three ports. It is said that this area holds the most
mineral resources in China. It provides a lot of transportation needs. We should take
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this advantage to build some professional transport system for these mineral
resources that rare in other areas. What’s more, as we all know, Beihai is a famous
tourist resort. This condition does not often exist in other ports. It is helpful to
improve the recognition of Beibu Gulf Port and attract more investments.

Thirdly, develop the costly-to-imitate capabilities. With the rapid development of
China-ASEAN Free Trade Zone, the international trade volume between China and
ASEAN countries is increasing dramatically. Beibu Gilf Port is the most convenient
way by sea for this kind of trade. And there will be a bounded area in Guangxi
Province. More and more cargoes will choose to go in and out China through Beibu
Gulf Port, because it will take much more time and money if they choose other ports.
So Beibu Gulf Port should develop series of services especially for the cargos that
transported between China and ASEAN countries.

Fourthly, develop the non-substitutable capabilities. In the past, although it is shorter
by road to transport the cargo from southwestern area to ports in Guangxi than to
Zhanjiang Port, most cargo owner would like to choose the later one. It is most
because the collecting-distribution hierarchy and port construction in Guangxi is
much worse than that in Zhanjiang Port. So after integration, Beibu Gulf Port should
allocate different kinds of resources and give the integrated management to the three
port area. Meanwhile, develop some special services to attract the cargo that
transported thought Zhanjiang Port before. In my opinion, the non-substitutable
capabilities have something with the subjective factor. It means, if the customer
prefers the product much more than others, he will think that this product is
non-substitutable. So Beibu Gulf Port should try its best to get more and more prefer
from the cargo owners.
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Summary
In this chapter, I give my own opinion on the management model of the integrated
port. As far as I concerned, we should following the model of Ningbo-Zhoushan Port,
and set up a governmental department to manage the government affairs and give the
integrated planning and management to the three old port companies. Meanwhile, I
propose some positioning and objective for each port area and the whole port. In the
following part, I will talk about some problems that might hamper the development
of the new integrated port and give some solutions.
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CHAPTER6 THE PROBLEMS WHICH MIGHT
CAME OUT AFTER INTEGRATION AND
SOLUTIONS

6.1 The Imperfect Collecting-Distributing Hierarchy

6.1.1 The Status Quo of the Collecting-Distributing
Hierarchy
With the rapid development of economy and the throughput of the port, the problems
of the current colleting-distributing hierarchy are becoming more and more obvious.
The railway system is the biggest bottle-neck. The cargos from Yunnan, Guizhou and
Sichuan Province can not be transported directly to Fangcheng Port, Qinzhou Port
and Beihai Port by rail. As a result, they have to choose other ports that with a longer
distance. Meanwhile, a lot of cargos which have arrived at the port have to stay at
the port for a long time before they can be transported out. Definitely, it will lead to
the port congestion. For example, there is a processing company in Fangcheng Port,
and their products are very popular in the southwest area in China. They choose
Fangcheng Port to import their raw materials from North America and South
America, because the import channel is relatively smooth through Fangcheng Port.
But they found that it is not so convenient to transport the products to their
customers who are mostly in Yunnan, Guizhou and Sichuan Province, because the
number of the trains which start from Fangcheng Port to the southwest area is far
from enough. And the transport fee by road is too expensive. So they have to

39

transport the products by road to Nanning first, and then get on the train to the
southwest area. Obviously, it is a huge restriction to the development of the port and
the industry.

Because of the problem of railway system, many companies in southwest area have
to choose road transport. However, it is really a long distance, and the transport cost
is too expensive. So the value of the road is greatly reduced. We take the road from
Chengdu to Beihai as an example. The road distance between Chengdu and Shanghai
is over 1700 km, and there are 19 toll stations along the road. It means the average
distance between two stations is less than 100 km. A container truck will be charged
4268 Yuan for toll fare. As a result, there are a few cargos will go through this way,
although it is much shorter in time than by train. The high transportation cost greatly
reduces the advantage of shorter time.

From the above two examples, we can see that the current collecting-distributing
hierarchy is far from enough for the integrated new port. As we all know, the
imperfect hierarchy will greatly restrict the development of the port, as well as the
economy of its hinterland. We need to improve it as soon as possible, so that it can
fit for the integrated new port.

6.1.2 The Solutions to the Imperfect Collecting-Distributing
Hierarchy
In my opinion, the main objective is to build a main access of the southwestern,
southern and central China to the sea, and a most convenient access for the ASEAN
countries to China.
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Firstly, we need to build the high quality railway directly to the three port districts so
that the cargos can be transported directly to the outside area by train. Meanwhile,
we need to greatly increase the frequency of the trains which start from the port
districts, so that the port congestion can be solved and the cargos can be transported
instantly.

Secondly, we need to focus on the construction of three transport corridors. They are
the corridor to Guangdong Province, Hong Kong and Macao which is mainly
composed by Nanning-Yulin Railway, Nanning-Guangzhou Railway,
Nanning-Zhanjiang express way and Nanning-Wuzhou express way; the corridor to
Hunan Province and central China area which is mainly composed by
Jiaozuo-Liuzhou Railway, Hunan-Guangxi Railway, Litang-Zhanjiang Railway and
Guilin-Beihai express way; the corridor to ASEAN countries which is mainly
composed by Nanning-Pinxiang Railway, Nanning-Youyiguan express way,
Fangcheng-Dongxing express way. While building the railways and express ways,
we also need to expand the airports, especially the Nanning International Airport and
Guilin International Airport, so that the cargos can be transported freely by road, sea
and air.

6.2 The Complicated Procedures for Import and Export

6.2.1 The Status Quo of the System
There are six departments of port inspection in coastal area of Guangxi: custom,
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border protection, commodity inspection, animal & plant inspection, sanitation
inspection and maritime safety administration. The procedures for export and import
are too complicated and the efficiency is relatively low, and it will increase the time
for the cargo to be export or import. Meanwhile, it lacks integrated management of
the six departments, so the charges are very high. It will greatly increase the cost of
cargo owners. With the integration and development of Beibu Gulf Port, the quantity
of import and export cargos will increase dramatically. This kind of system will
reduce the competency of Beibu Gulf Port.

6.2.2 The Solutions to the Complicated Port Inspection
System
With the globalization of regional economy and the development of integration, the
system of port inspection in Guangxi has to be improved urgently. In my opinion, we
can learn from Shenzhen Port. The inspection departments in Shenzhen Port have
been integrated into one. They share the information with each other. And if there is
a product that need to be import or export, the cargo owner has only go to one place
to complete all the procedures. It is much more convenient and it can help a lot in
saving time and money for the cargo owner. Beibu Gulf Port can also use this model
to integrate the six departments. Meanwhile, we have to pay attention to some
related departments, such as industry and commerce office, taxation bureau, public
security bureau and so on. We need to get a good cooperation with these departments
so that the procedures can be further simplified.

6.3 The Problem of Talent for the Construction of Beibu
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Gulf Port and Solutions
In the exploitation and construction of Beibu Gulf Port and Beibu Gulf economic
region, the problem of talent is becoming more and more obvious. In order to attract
and cultivate more talents for Guangxi Province, we should pay attention to four
aspects.

Firstly, we need to change some rules of introducing talents and make the rule more
flexible. Furthermore, some preferential policies should be introduced to attract more
high-level talents. Secondly, apply for more state project so that it can attract more
talent to work in Guangxi. What’s more, it will optimize the industry structure of
Beibu Gulf economic region. Thirdly, pay more attention to the cultivation on the
current talent. We can send them to the advanced area to learn more experiences or
ask some experts to teach. Fourthly, establish the platform for international
communication to for a better environment of introducing talents. Meanwhile, we
need to stick to the related key industries of China-ASEAN economic cooperation.

6.4 Lack of the Integrated Information System
As we all know, the modernization of a port is largely decided by the level if its
informatization. The operation cost of large-size vessel is really high. So they need
to go in and out the port, be charged and discharged all day long. These requirements
can not be fulfilled without modern information technologies. In order to become an
international big port, we need to accelerate the construction of port EDI. With the
integrated information system, we can collect all the information and data of the
three ports into one system. Meanwhile, we should get connection with custom,
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Marine Safety Administration and so on. So that, it will provide huge convenience to
everyone related to the port, especially the customers. It can be another attraction of
Beibu Gulf Port.

Summary
In this chapter, I talked about three major problems that might probably hamper the
port development. The problems are imperfect collecting-distribution hierarchy,
complicated port inspection system and lack of talent. And then I gave some
solutions of my own.
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CONCLUSION
As we all know, with the rapid development of the great southwest area in China and
ASEAN countries, the three coastal ports in Guangxi are playing increasingly
important role in the international trade.

However, the development before was relatively slow. Redundant construction, lack
of investment and vicious competition are the major problems that block the
development a lot. On the other hand, there still are large potential to be exploited.
According to the statistics and analyses, it is an inevitable trend to integrate the three
ports so that they can enjoy a better development and improvement and compete
with other port nearby in the future.

There are different kinds of port integration all around the world. Through the
comparative study between Ningbo-Zhoushan Port and New York-New Jersey Port,
this author thinks Guangxi should follow the Ningbo-Zhoushan model and set up a
governmental department – port committee to manage the political affairs. The three
old port companies can have their own planning and right, but the port committee
has the priority to impose the macro-control on them.

Indeed, there will be lots of different kinds of problem that came out during the
integration. But, this author believes that although the future road of integration of
coastal ports in Guangxi may be tortuous, the future is still bright.

45

REFERENCE
Li Shuzhen (2007, August). Port Integration. Retrieved February 24,
2008 from the World Wide Wed: www.cnki.net
Wang Youshun, Yu Lin (2006, April). Strategy on the Port Resource
Integration. Journal of Wuhan University of Technology, 2006 Vol. 28,
No. 4.
Michael A. Hitt, R. Duane Ireland, Robert E. Hoskisson (2005).
Strategic Management (6th edition). Mason: South – Western.
Wang Nuo, Liu Xiaodong, Xie Chunxiao (2007). A Study on Port
Combination Form. Port & Waterway Engineering, Aug. 2007, No.8,
Serial No.406
Theo Notteboom (2007). Maritime Logistics. Unpublished lecture
handout, World Maritime University, Malmo, Sweden

Zhang Lijun, Hou Chaohui, Hu Guoqiang, Li Lan (2005). Modern Port
Logistics (pp 267-288). Beijing: China Economy Publishing House.

Yu Yue, Lei Guoxiong (2007). Integrate the Three Ports in Guangxi to
Improve the Regional Economy. Retrieved April 17, 2008 from World
Wide Wed:
http://www.gx-info.gov.cn/wenzhai/viewwenzhai.asp?id=1882

46

Mike Ircha (2007). Container Terminal Planning and Management.
Unpublished lecture handout, World Maritime University, Malmo,
Sweden.

Xie Tongwei (2007). Research on the resource integration and regional
cooperation of ports in Beibu Gulf. Coastal Enterprises and Science &
Technology, Nov 11, 2007 (Cumulatively NO. 90).

Shao Ke (2006). SWOT Analysis of Ningbo-Zhoushan Port. China Water
Transport (Theory Edition), March 2006, Vol. 4, No. 3.

Yang Chengliang, Li Xuejun (2005). Port Committee of New York-New
Jersey – Research on the inter-state cooperation in USA. Journal of
Shandong Education Institute, 2005 Vol. 4 (Cumulatively NO. 110).

Gu Quanlin (1999). Special Management mechanism and flexible
operation method of New York-New Jersey Port. China Ports, 1999
Vol.7.

Yang Huaxiong (2002). Three Models of the Separation of the
Government and Enterprises. China Ports, 2002 Vol.9.

47

Chuan Chen, Hemanta Doloi, BOT application in China: Driving and
impeding factors, Int J Project Manage (2007),
doi:10.1016/j.ijproman.2007.07.002

Zhu Litao (2006). Comparative study of BOT, TOT and PPP. Finance &
Economy (Theory Edition), 2006 Vol.12.

Yang Yanhua, Zhou Lirong (2007). Improve and Strengthen the Coastal
Ports in Guangxi. China Ports, 2007 Vol.3.

Liu Wei, Li Dadong, Xu Bo (2003, August 10). Investigation on the
Passageway to Sea in Southwest. Retrieved May 2, 2008 from the World
Wide Wed: http://www.cas.cn/html/Dir/2003/08/10/8890.htm

48

